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Abstract
This paper focuses on the international advanced logistics perspective in 
the global economy. The early 1980s could be referred to as the turning point 
for the world shipping industry as the first generation. Since then world 
physical distribution, especially world shipping of the second generation has 
suffered from the effect of deregulation, IT revolution and globalization on 
the transactions of multinational enterprises. Such structural change has 
been supported by the sustainable development of Asian economy. The 
hypothesis that the product cycle theory and the flying geese model will 
explain effectively the economic development and the catch up behavior of 
Asian countries is demonstrated by the statistical analysis on the dynamic 
physical flow especially from Asia to US. In 1990s international container 
shipping has begun to combine with the international air cargo transportation 
industry, so that their relationship has converted from complementary to 
competitive condition. Based on the econometric analysis of modal choice, 
it is demonstrated that the long term time costs elasticity of modal choice has 
been strengthened since 1995. Those structural changes in container 
shipping have been generating the various attractive trades by air in 
international logistics industry. Although the global economic crisis in 2008 
has distorted the logistics development trend, it is the strategic competition 
in the international logistics industry that will serve to rebuild the new 
business model of post-economic crisis. 
Key words: global economy, life cycle, logistics, SCM, product cycle, fly
         -ing geese model, Asian economy, container shipping, air transporta
         -tion, 3PL provider, integrator, mega carrier. 
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This explanation is based on the orthodox theory by Professor Sanmann. But I also recognize specific counter proof against it by Professor 
Kim. Cf. Sanmann (1965), Dritter Teil. Kim (2003), pp. 53-71.
Miyashita (2000), pp. 29-43.
See also Sec. IV.
Miyashita (1999), US Shipping Act 1984 is the symbol of deregulation policy based on the theory of Chicago School called by contestable 
market. This act has changed the structure, conduct and performance of the conference system. See also the following: Baumol (1982) and 
Butz (1995).
See in detail Sec. IV.
Bowersox and Closs define logistics and discriminate it from supply chain management as follows. Logistics exists to allow inventory to 
achieve desired time, place, and position benefits at lowest total cost. To achieve the maximum strategic benefit of logistics, the full range 
of functional work must be performed on an integrated basis. The conceptualization of integrated logistics is viewed as competency that 
links an enterprise with its customers and suppliers. The process of logistics is viewed in terms of two interrelated efforts, inventory flow 
and information flow. While such integration of logistics in the firm is prerequisite to success, it is not sufficient for a firm to achieve its 
performance goals. Firms must expand their integrated behavior to incorporate customers and suppliers. This extension, through external 
integration, is referred to as supply chain management. Cf. Bowersox and Closs (1996), pp.33-35.
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I. Introduction: Beginning of the 2nd Life Cycle in Shipping Markets
The shipping industry was built up independently of trading industry at the end 
of 19th century,1 when world shipping markets began to function in coincidence 
with the completion of the industrial revolution in Western Europe. From 1880 
on, transactions relating to charter shipping service were conducted at the Baltic 
Mercantile and Shipping Exchanges while liner shipping service was facilitated 
by the Conference System. Such transaction systems have supported the 
development of the shipping industry. Since the 1970s, in terms of bulk and oil 
cargo transportation, a system under which long term transport contracts behind 
the scene are signed with shipper before ships are built has been adopted. Such a 
system is still used today through the use of contracts of affreightment. This type 
of contractual system which utilizes mid to long term contracts has lead to 
shipper satisfaction and has been highly assessed by also shipping industry 
because of the guarantee of the long term profit stability. In contrast, the 
Conference System proved to be sustainable for approximately 100 years until 
the implementation of the 1984 US Shipping Act. Under the Act, deregulatory in 
nature, based on contestable market theory, traditional liner shipping tends to 
change itself into a contract carrier instead of a common carrier.2 
As shown in Fig. 1, the early 1980s could be referred to as the turning point for 
the world shipping history. At that time, the growth rate of world shipping 
services, measured in ton-miles, had declined to almost zero, concluding the first 
life cycle of world shipping. Faced with a new environment, traditional liner 
shipping firms, which had been dominated by the shipping cartels, was forced to 
change market strategy. The first life cycle can be also called the age of 
transportation and physical distribution dominated by regulation policy.3
Since 1986, the world shipping industry has experienced growth, mainly 
supported by the continuing economic growth of East, South East and South 
Asia. In the last 20 years, shipping services have been growing rapidly in 
compared with the world shipping tonnage. This makes possible to continue a 
policy of deregulation in the liner shipping industry due to the fact that new 
entrants face zero sunk costs.4 In the second life cycle shipping industry has 
enlarged their business domain5 and begun to support the shippers’ logistics 
management.6 
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Ship & Ocean Research Foundation Japan (2009), Appendix, pp.1-50. Data sources of this report are greatly indebted to research of UN 
and IPCC.
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It appears that the world shipping industry has entered a new life cycle and 
is experiencing growth. The first life cycle continued for approximately a 
century (1880-1985). How long can the new cycle bring about dynamic 
development in the new environment of the world economy? The background 
supporting new cycle is the development of Asian economy. Based on the 
research report of Ship & Ocean Research Foundation Japan,7 GDP of Asian 
Economy excluding Japan will develop to 15.5 times in comparison with the 
basic year 2005. In contrast GDP of world economy will be 4.3 times in the 
same period. As the second cycle has functioned since 1986, this is the 
strong reason why the new cycle will at least continue 50-70 years.
Certainly since fourth quarter of 2007 US economy has continued to record 
the depression period, which has extended to the crisis of global economy 
and bank system. But it will be only the short scene in the long term second 
life cycle of the shipping industry even if it will continue one decade.
Growth in the Asian economy has significantly promoted the globalization 
of national economies, the deregulation of economic systems and the 
introduction of information technology. The Asian economy will play the 
3
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Casson (1986), pp. 21-22.
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role of strong driver to promote the recovery and the development of global 
economy In order to understand the dynamic development in the Asian 
economy, it is logical to apply the product life cycle theory to the analysis of 
multinational enterprises and international physical distribution.
II. Validity of Product Cycle Theory and Flying Geese Model 
in the Container Shipping Cargo Flow Analysis
The object of this section is to make clear that the Asian economy has 
followed the steady long term developing path. Casson’s empirical analysis 
of US multinationals during the 1980s differentiated four categories under 
which subsidiaries are dependant on their parent firm.8 The categories are 
equivalent to the so called Vernon’s product cycle stages9 which include 
innovation, maturity, standardized discrimination and simple standardization. 
In the global economy, the four developmental stages of multinational 
enterprises can be measured according to the different grades of dependence 
of a specific subsidiary on imports (procurement) from and exports (sales 
and physical distribution) to its parent firm. 
As indicated in Fig. 2, for innovative industries (e.g. electronics, 
pharmaceutical, and machinery), subsidiaries have the highest dependency 
on their parent firms for international procurement from and international 
sales to them. On the contrary, in simple standardized industries (e.g. textile, 
steel) subsidiaries have the lowest dependence on parent firms for both 
export and import procurement. Subsidiaries in mature industries (e.g. 
chemical) depend to a larger degree on imports rather than exports from the 
parent firm and those in the standardized differential industry (e.g. 
automobile, electric household appliances) depend considerably more on 
exports than imports to them.
Fig. 2 provides us with useful insights on how to investigate the basic 
structure of international physical distribution. The products created by 
innovative and mature industries on the right hand side of the chart are more 
oriented to air transport. On the left hand side of the chart, products 
produced by standardized discriminated and simple standardized industries 
are more oriented to sea transport. Nonetheless, there is overlap and modal 
competition continues to play an important role in international transport. 
Using PIERS data (informed by the Journal of Commerce) on container 
cargo flows from Asia to the US for the period from the 1980s to the 1990s, 
it appears that industrial organization in the Asian economy has been 
changing drastically, especially in Japan, NIES, ASEAN and China. The 
automobile, electric household appliance and textile industries can be 
considered three of the representative industries when container cargo flows 
are considered. The growth of such flows in each country or in each 
industrial economy follows in principle the Akamatsu’s flying geese 
model,10 which depicts a development and a catch up of industry from labor 
intensive to capital intensive one in underdeveloped countries. As shown in 
Fig. the development cycle starts from the textile industry, moves to the 
electric household appliance industry and finishes at the automobile industry.11
Athough this model is classical development theory in Asian economy, it 
is recognized even now the effective model explaining how the economy in 
undeveloped country will grow in order from light to heavy industry and how 
an undeveloped country can become developed relatively quickly.12
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;
12 Korhonen (1994), pp.93-108; Mitchel and Ranvenhill(1995), pp.171-209; Ginzburg and Simonazzi (2004), pp.1051-1078; Ozawa (2007). 
Yun (2007); Chiang (2008), pp.227-242.
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The vertical axis in Fig. 3 denotes the share by industry (textile, electric 
household appliances and automobiles) of total export cargo flows in each 
country or industrial economy. The horizontal axis represents the degree of 
technological innovation as measured by the coefficient of the variation in 
cargo share. In Japan, the automobile industry constitutes the largest share 
of export flows. This replaced household appliances and in turn textiles as 
the largest share of export flows and thus follows the traditional flying geese 
model. Also, in the graph, Japanese industrial organization is represented by 
a relatively vertical line. This demonstrates that technological innovative 
ability in all three industries is similar and dominant. Even the textile 
industry in Japan has been restored and ranked at a standardized differential 
level that is not consistent with the results of Casson’s analysis.
Fig. 3 also shows that, in China and NIES the electric household appliance 
industry has the highest degree of technical innovation while in ASEAN it is 
the textile industry. China, as a WTO member, has not followed the 
traditional flying geese model and has surpassed ASEAN countries and is 
rapidly approaching NIES. In the 1990s, following national economic policy, 
China concentrated its efforts on the infusion of foreign investment into the 
electric household appliance industry. In the 2000s, China has shifted its 
focus to concentrate on the automobile industry.
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<Fig. 3> Flying Geese Theory as Observed in  Asia Pacific Container Cargo Flows:1980 - 98
Source of Data 䋺 PIERS䋨Port of Import/Export Reporting Service䋩opened by The Journal of Commerce
* Korhonen (1994), pp.93-108;Mitchel and Ranvenhill(1995), pp.171-209. Ginzburg and Simonazzi (2004), pp.1051-1078. 
Ozawa (2007). Yun (2007). Chiang (2008), pp.227-242.
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In addition, Korea, which overcame the Asian currency crisis, has returned 
to a high level of economic growth as an OECD member. The tremendous 
growth in China and NIES has resulted in East Asia driving the Asian 
economy, generating large volumes of international container cargo flows. In 
1990s, ASEAN’s position had been severely affected by both China and 
NIES. It is necessary to find the new positioning of ASEAN in the 
development of Asian economy in 2000s. 
It will be noteworthy that the angle of each cycle line of China, ASEAN 
and NIES has changed toward the horizontal form. This means the share of 
the three kinds of industries has been balanced gradually and catch up to the 
front runner. And the current goal of catch up behavior in Asia is Japan, 
which has sustained the high grade innovative power depicting the vertical 
line of industrial structure. 
Then according to the same data source as Fig. 3, the new figure of Asian 
economy is grasped by Table 1.
In Table 1, based on the share of market physical flow and the grade of 
technological innovation, 6 kinds of the simple standardized goods and 4 
kinds of the standardized differential goods are classified into either 4 or 5 
groups. The more the share and the grade of concerned goods, the more the 
market power of origin countries and economies will be. For physical flow 
of standardized differential goods (electric household appliance, computer & 
semiconductor, audio-video products and car parts) suggests us the Asian 
economy has begun to be split among numerous rival leaders. Especially 
ASEAN, in comparison with 1990s’ condition, has recovered its position and 
competed keenly with Korea and Taiwan. China has strengthened the leading 
position of two goods, that is, electric household appliance and audio-video 
products, while Japan has sustained the leading origin of car parts. It is clear 
China tends to have overcome not only ASEAN but also Korea and Taiwan. 
Thus China’s catch up speed has been accelerated in recent years and has 
disturbed the order of development followed by the traditional flying geese 
model in the field of standardized differential goods. This condition has been 
the same as 1990s.
In marked contrast to this case, the physical flow of simple standardized 
goods (furniture, footwear, toy, construction goods, textile, and plastic 
products) conforms perfectly to the flying geese model. As shown in Table 1, 
China has occupied the most superior position in all kind of 6 goods. ASEAN 
has been in the second position in three kinds of goods. And then Korea and 
Taiwan have been the third in two kinds of goods. Finally Japan has shown 
in the most inferior position in all kinds of 6 goods. According to this 
* Korhonen (1994), pp.93-108;Mitchel and Ranvenhill(1995), pp.171-209. Ginzburg and Simonazzi (2004), pp.1051-1078. 
Ozawa (2007). Yun (2007). Chiang (2008), pp.227-242.
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ranking in the simple standardized goods, the stages of economic 
development in four kinds of origin are in order. Japan is the most developed 
country and the leader of flying geese followed by Korea and Taiwan, 
ASEAN, and China. This condition is correspondent with the traditional 
flying geese model.
Thus China has two kind of economic face, which will generate the strong 
energy of economic development in Asia. Though there is political 
discussion on how much further East Asia should be allowed to develop, the 
international logistics industry has ensured a wide range of business 
opportunity in Asia by taking advantage of the competitive advantages and 
disadvantages in each country. The Asian economy has driven the logistics 
industry firms to develop and improve upon their economies of scale and 
economies of scope.
III. Developing Trend of Air Transport and Its Buffer Function 
of Japanese Trade with Asia 
The flows of value added air cargo in Asian trade has been growing. This 
trend is supported by data generated from a time series of air export prices 
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per cargo tonnage from Japan to the USA and Asia. In 1985, export prices to 
the USA were about 5 million yen higher per cargo tonnage as compared with 
prices to Asia. However, in 2004, export price levels to Asia slightly 
exceeded levels to the US. 
On the contrary, the price to import air cargo from Asia into Japan has been 
almost half of levels from the US and the EU. In other words, the terms of 
trade for air cargo are approximately double the levels as compared with the 
terms of trade from the US and the EU. Thus, the Asian economy has started 
to play a buffer function role as related to Japanese trade, which has an effect 
on the global economy.
 Both the driver and buffer functions played by Asian trade in the global 
economy have forced not only the international logistics industry but also 
the shippers’ business world to take note. When shippers develop a logistics 
strategy relating to Asian business, it has become impossible to avoid the 
role of the Asian economy.
Thus, due to the development of the Asian economy, the quality and 
quantity of world trade has been growing. In particular, the value added 
trend in Asian trade has accelerated the importance of time costs in addition 
to the traditional space costs. Shippers have focused efforts on minimizing 
total costs in order to reduce inventory costs.13
In addition, the share of air cargo trade, generated from Japanese exports, 
in value terms, has been increasing since the beginning half of 1990s (Fig. 
4). In general, until then, the complementary nature of sea (container ship) 
transport and air transport had been predominant over a long period of time.
<Fig. 4>    Development of Trade by Air in Japan: Competitive and Complementary 
                  Relationship with  Container Shipping
Source of Date : Minisrty of Finance Japan
13
14
15
Miyashita (2007), pp. 1-10. The academic analysis on air cargo transport is begun by Sletmo (1984). Also total cost analysis in sea 
transport is penetrated by Frankel (1999), pp. 61-69. 
Cf. footnote 7 in Section I in this paper.
See Miyashita (2002), pp.863-876. 
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However, since 1993, air transport has played a leading role in 
international logistics and has pushed the limits as to how the logistics 
industry functions. This has led to a competitive relationship with sea 
transport. Such a remarkable change in modal competition in value terms 
demonstrates that shippers have become extremely sensitive to time costs 
based on both of the innovative and growth economic cycle of export trade 
in Japan.
In principle, the competitive gray zone which exists between container 
shipping and air transport is not only being influenced by changes in 
opportunity costs in both business cycles and product cycles, but also 
recently by the further development of the shippers’ logistics strategy and 
SCM ( supply chain management)14 as shown in Fig. 5.
Based on my econometric analysis, the total costs elasticity of modal 
choice between sea and air originated from Japan to US is 0.307 in the period 
of 1980-1996.15
Then extending the estimated period 1980-2004, the effect of special 
dummy variable of time cost on the modal choice has worked especially for 
the period of 1994-2004, which demonstrates the competitive advantage of 
air trade over container one. In this case the basic function of modal choice 
between air and container trade is shown as Equation (1). 
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<Fig. 5> Competitive Gray Zone between Container Shipping and Air Transportation
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Data sources of Equation (1) are as follows.
AS and CS: Ministry of Economy, Trade and Industry Japan (1980-2005), (%).
      AFC: Bank of Japan, Service Price Index for Firm (1980-2005b), (2000=100).
      CFC: Trans Pacific Conference (1980-2000) and Ministry of Land, Infrastructure, 
               Transport, and Tourism Japan (2001-2004), (Dollar per TEU).
      ATC: Ministry of Economy, Trade and Industry Japan (1980-2005) and Ministry of Land, 
                Infrastructure, Transport, and Tourism Japan (1980-2005a), (Dollar per metric ton).
      CTC: Ministry of Economy, Trade and Industry Japan (1980-2005) and 
                The Journal of Commerce (1980-2005), (Dollar per metric ton).
Estimated results of Equation (1) are as follows.
1. From Japan to US: RB2=0.897, SE=0.142, DW=1.70, N=25,
2. From Japan to EU: RB2=0.979, SE=0.073, DW=1.98, N=25, and
3. From Japan to Asia: RB2=0.964, SE=0.085, DW=1.62, N=25,
where RB2 denotes the coefficient of determination adjusted by the degree of freedom, Se the standard error of estimate, DW the Durbin-
Watson Statistics, and N estimated number of sample. The t static of dummy variable time cost represents significance at 1% level 
respectively. See at detail Miyashita (2006c), pp.57-66.
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(1) AS/CS=f (AFC/CFC; ATC/CTS; SAD×( ATC/CTS)), 
where  AS: air trade share from Japan to US, 
CS: container trade share from Japan to US, 
AFC: air freight rate,
CFC: container freight rate, 
ATC: air time cost,
 CTC: container time costs, 
SAD: dummy variable representing the air preference
         to container trade (1 for 1994-2004, otherwise zero). 
Specifying equation (1)16 in logarithmic form and estimating it by least 
square method, then we have the elasticity of modal choice in terms of 
independent variables in US trade. In the same way just like this, we can 
estimate the elasticity of modal choice in EU and in Asian trade too. In 
practice we introduce the Shiller lag procedure in estimation, so that the 
structure model is more complicated to get the elasticity. In addition to this 
modal choice from Japan to three kinds of destination is combined in causal 
relationship. In this case it is practical to find long term elasticity of modal 
choice in each destination. According to the econometric procedure above 
mentioned, we get long term time costs elasticity of modal choice for 
1994-2004 to be 0.3767 from Japan to US, 0.06393 to EU and 0.1336 to Asia, 
in which Asian elasticity ranks second.17
Then the new stage appeared in 2006 when the air transport begin to 
decline in comparison with container transport as shown in Fig. 4. The share 
of container shipping trade is relatively stable in contrast to the sharp 
decline of air transport, which is the typical special feature of economic 
stage in both of the matured and the standard differential stages. This may 
have suggested the signal of current economic crisis in global base in 2008. 
The long term economic cycle starting at about 1980 had ended in 2008.
The recent 18 years’ cycle had generated the logistics innovation and SCM 
under the globalization of economy, IT revolution and deregulation policy. 
Current economic structural change will be expected to generate the 
stronger market economy based on the tough firm economy supported by the logistics 
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Cf. footnote 7. Bowersox and Closs (1996), Fig.2-1 (p. 34) and pp. Fig. 4-7 (pp.100-101). Bowersox, Closs and Cooper (2007), pp. 30-33. 
Reddy, M. and Reddy, S. (2001), pp. 5-6, 16-17, 93 and 131.Also the value chain concept of Porter (1998) is useful to understand the 
supply chain management schema.
Miyashita (2008a), pp. 120-137; Asian Task Force in OECD RTR Outreach Activity-Asian Logistics Project, (2003), pp. 137-142. 
Panayides and So (2005), pp.36-55. They focus on the relationship among supply chain partners by econometric analysis.
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based strategy. Logistics is the driver of strategy not only for the recovery of 
market performance of firm but also the regeneration of global economy.  
IV. Perspective of the Enlarged Domain of Shipping 
as the Strategic Logistics Support Industry
Fig. 6 represents the typical four stages of logistics development from 
transportation to SCM. Since the second half of the 1980s, in a deregulatory 
environment, it has become a popular and necessary strategy to incorporate 
a logistics system into a business model with the intent to promote 
information technology.18 From that point on, the traditional physical 
distribution industry has moved beyond the hard infrastructure 
(transportation) and soft infrastructure (physical distribution including 
multimodal transportation) stages and reached a stage which supports the 
logistics strategy of shippers.19 The third stage is referred to as logistics 
support and the fourth and final stage as SCM support㧚The logistics system 
supports intra-firm trade and SCM inter-firm trade minimizing the wasteful 
inventory costs.20 
Following demand from shippers, physical distribution industry firms 
acting as either the carrier or the forwarder have transformed themselves 
into Third Party Logistics (3PL) firms. Shippers entrust the logistics 
function to 3PL as a business partner, who promotes new frontier business in 
order to offer shippers’ strategic logistics system. 
To enter into such a new business, the freight forwarder forms a much 
closer relationship with exporters and typically has their staff work at the 
 <Fig. 7>    Simplified Domain of Shipping
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Mckinnon (1989), pp. 215-216 and 262-263.
Miyashita (2007).
Kutlu (2007), pp.13-59.
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client firm, putting a greater focus on sublimation of traditional reverse 
integration strategy.
On the other hand, shipping firms have built up their freight forwarder 
division and transformed themselves into a shipping integrator in order to 
competitively challenge 3PL business. This is because shipping firms have 
been affected by large scale shippers’ forward integration strategy21 under 
which the forwarder is bypassed and the shipper deals directly with the 
carrier. 
 The large scale shippers have traditionally managed their own forwarding 
division. Therefore, it will not be easy way for shipping firms to provide 3PL 
services which can be differentiated from the large shippers’ traditional 
forwarding services. A knowledge management strategy should be adopted 
by shipping firms rather than an infrastructure-based strategy. 
Thus in the shipping domain, four kinds of business fields are simply 
differentiated as follows (Cf. Fig. 7):22  
1. transport service provider with vessel=carrier business=VOCC,
2. transport service provider without vessel=forwarder business =NVOCC,
3. 3PL provider with vessel= carrier business=integrator, and 
4. 3PL provider without vessel=forwarder business=3PL forwarder.
Needless to say, 3PL provider is not the ultimate form undertaking the 
logistics management system, but has been evolving into 4PL.23 4PL 
functions so smoothly as to integrate and manage 3PL activities of various 
logistics firms supporting the SCM of multinational enterprise.24 But in the 
current shipping world it is necessary for carrier or forwarder to take 
apposition of standing in the field of 3 or 4 for the moment. Then, their next 
stage is to enter into the total fields of international logistics industry 
combined also with air cargo logistics. 4PL will be the prospective domain 
in shipping. ޓޓ
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Freight forwarders already ship cargo by both the sea and air modes of 
transport. Air cargo integrators (FedEx, UPS, DHL, TNT etc.), on the other 
hand, have experienced an increase in the demand for their services as a 3PL 
provider. Taking into account such a considerable increase in the demand for 
shipment by air cargo in value terms (Cf. Fig. 4), there will be strategic 
advantages for the shipping industry to offer air cargo transport services in 
addition to container shipping services. This kind of transport operator is 
generally called a mega carrier. If the operator manages air cargo freight 
forwarding as well, it can be referred to as a combined 3PL.  
The mega carrier as a combined 3PL has become the focus of strategy 
planning in the international logistics industry. This is because the 
competitive advantage of such a structure can be found in both long term 
profit stability and in short term insensitivity (low risk) to the business 
cycle. 
Thus, in the enlarged domain, four kinds of business fields for the shipping 
industry can be differentiated hypothetically as follows (Cf. Fig. 8):
1. long term profit stability and short term low risk (sensitivity) to business cycle 
    = mega carrier as 3PL=combined 3PL
2. long term profit stability and short term high risk (sensitivity) to business cycle 
    = mega carrier 
3. long term profit instability and short term low risk (sensitivity) to business cycle = 
shipping operator (carrier) or sea freight forwarder contracting with air freight forwarder
4. long term profit instability and short term high risk (sensitivity) to business cycle = 
shipping operator (carrier) or sea freight forwarder                            
 
<Fig. 8>     Enlarged Domain of Shipping
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For example, in Japan 3 companies are known as the international 
container shipping firms: NYK (Nippon Yusen Kaisha, Ltd.) established in 
1885, MOL (Mitsui O.S.K. Line, Ltd.) in 1884 and K-Line (Kawasaki Kisen 
Kaisha, Ltd.) in 1919, which has begun to belong to the different enlarged 
domain of shipping respectively in recent years. NYK25 has been the 
combined 3PL since 2005, when it has consolidated NCA (Nippon Cargo 
Airlines Co., Ltd.) as subsidiary. MOL has been the shipping operator 
(carrier) contracting with air freight forwarder Kintetsu World Express, Inc. 
since 2005. K-Line guards the traditional domain of shipping operator 
(carrier).
Which field of business is best selection for a specific firm, depends on the 
scale of its financial and human resources, in addition to the business 
concept of top management shipping and air cargo industries both 
complement and compete with each other in this new business field, where 
forwarders and integrators as well have entered the market as players. Surely 
the global economic crisis in 2008 has distorted the trend of logistics 
development, so that it is necessary for the international logistics industry to 
respond the tremendous structural change in economic environment. It is the 
strategic correspondence of the international logistics industry that will 
serve to rebuild the new business model in post-economic crisis.* 
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